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Response to Comments of Richard R. Powers, Executive Director, Gateway Cities Council of Governments, 
Southeast Los Angeles County, August 23, 2004 (Letter AL036) 

AL036-1 
The Draft Program EIR/EIS considered several options for service to 
the Gateway Cities and Orange County.  These included direct HST 
service using the LOSSAN corridor or the Santa Ana Branch, and 
options to have HST service stop at Union Station where passengers 
would transfer to non-electric conventional rail service.  The LOSSAN 
option would have four tracks through Southeast Los Angeles 
County.  The Authority has identified the LOSSAN corridor direct HST 
service to Irvine option as the preferred HST alignment for serving 
Orange County and Southeastern Los Angeles County.   

As shown on Figure 6.6-2 of the Final Program EIR/EIS (also see the 
"Alignment Configuration and Cross Sections" technical report dated 
January 2004) the HST alignment would be primarily at grade in the 
LOSSAN corridor throughout southeastern Los Angeles County (the 
Gateway Cities).  This figure identifies a section between Anaheim 
and Santa Ana as "LOSSAN Trench Option".  Due primarily to the 
sheer density of at-grade crossings in the Orange-Santa Ana area, 
the HST option for the LOSSAN corridor require this trench concept 
to achieve a fully grade separated alignment.  Non-electric 
conventional improvement options are not the responsibility of the 
Authority and have not been included in the analysis presented in 
the Final Program EIR/EIS.  This has been clarified in the Final 
EIR/EIS.  

AL036-2 
The Authority has identified the LOSSAN corridor as the preferred 
alignment for HST service between to Southeastern Los Angeles 
County and Orange County.  The HST design option investigated for 
the UPRR Santa Ana Line assumed two HST tracks with four tracks 
at intermediate stations.  The Draft Program EIR/EIS identifies a 
"fully dual track mainline with off-line stopping tracks" under HST 
performance criteria (page 2-26).  For more details regarding design 

assumptions, please see the "Alignment Configuration and Cross 
Sections" and "Engineering Criteria" technical reports (January 
2004).  Figures 2.17-13 and 6.6-2 of the Draft Program EIR/EIS, 
show the profile assumptions for both the UPRR Santa Ana Line and 
the LOSSAN corridor.  Please also see the "Alignment Configuration 
and Cross Sections" technical report (January 2004) for more 
information. 

AL036-3 
The I-5 widening included in the Modal Alternative to carry intercity 
trips is not related to other proposals to widen I-5 for general traffic.  
The Authority and the FRA have identified the HST Alternative as the 
preferred alternative and the LOSSAN corridor as the preferred 
alignment to Southeastern Los Angeles County and Orange County.  
Your comments regarding potential impacts from widening I-5 will 
be addressed in subsequent project level analysis, when the 
proposed action is more specifically defined. 

AL036-4 
The Draft Program EIR/EIS does not ignore the fact that a third main 
track is being installed along the LOSSAN corridor to serve commuter 
and freight operations between Los Angeles and Fullerton.  As stated 
on page 2-14 of the Draft Program EIR/EIS, “All the intercity 
passenger rail system improvements identified in the STIP and the 
Caltrans California Intercity Rail Capital Program for implementation 
prior to 2020 are included in the No Project Alternative and are 
identified in Appendix 2-C.”  Appendix 2-C (pages 2-C-2 & 2-C-3) 
identifies the triple track projects being implemented between Los 
Angeles and Fullerton.  The program process has concluded that a 
fourth main track would be required for the preferred LOSSAN 
corridor alignment option.  The conceptual design for the LOSSAN 
corridor concluded that the fourth main line could fit predominately 
within the existing freight right-of-way, thereby minimizing potential 
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land use impacts.  Limited right-of-way acquisition was included in 
the analysis of land use impacts.  The Authority and FRA have 
worked closely in cooperation with Caltrans Division of Rail, and have 
toured the right-of-way with Caltrans, BNSF, and the Authority’s 
consultants.  Should the HST proposal move forward, more detailed 
preliminary engineering design will be required as a part of future 
project specific studies.   

AL036-5 
The grade separations being constructed on the LOSSAN corridor 
were included in the No Project Alternative (see Appendix 2-C).  The 
fourth main track would be constructed in a manner that does not 
adversely impact the existing grade separations.  Please see the 
design practices sections of the Final EIR/EIS (added to each section 
of Chapter 3 for environmental resources). 

AL036-6 
Potential land use impacts for the Santa Ana Branch option are 
reflected in the analysis of land use impacts in the Program EIR/EIS. 

AL036-7 
The Draft Program EIR/EIS assessed the potential for property and 
environmental justice impacts in section 3.7.  Along the LOSSAN 
option, “the potential for [environmental justice] impacts along these 
alignments would be expected to be low, because potential 
improvements would occur along an existing operating rail corridor, 
and because residential uses that are located within 0.25 mi (0.40 
km) of the rail corridor are typically buffered from the rail by non-
residential uses.” (Draft Program EIR/EIS p. 3.7-25 & 26)   

The Authority has identified the LOSSAN Corridor as the preferred 
HST alignment for HST service to Southeast Los Angeles County and 
Orange County.  This option assumes shared operations with other 
passenger services and separation from freight with 4 total tracks (2 
for passenger rail services and 2 for freight) between Los Angeles 
and Fullerton.   

Shared use improvements to the LOSSAN corridor would be 
considerably less costly (about $2.25 billion less) and would have 
considerably fewer environmental impacts than a new dedicated 
alignment along the UPRR Santa Ana line.   

Environmental impacts would be minimized since this alignment 
utilizes the existing LOSSAN right-of-way.  Noise impacts from 
existing rail operations could be reduced due to the elimination of 
horn noise and gate noise from existing rail services as a result of 
adding grade separations at existing grade crossings.   

Further analysis at the project level could indicate somewhat greater 
infrastructure requirements with potentially increased costs and 
environmental impacts. However, the cost and potential for 
environmental impact associated with the LOSSAN corridor option 
are expected to still be considerably less than those associated with 
the UPRR Santa Ana option.  The identification of the LOSSAN rail 
alignment as the preferred alignment is based on the assumption 
that the capacity and compatibility issues associated with the shared 
operations with existing non-electric service (Surfliners, Metrolink, 
and freight) can be resolved.   

AL036-8 
Acknowledged.  The hazardous materials and wastes analysis was 
carried out at a program level of detail.  Should the HST proposal 
move forward, more detailed hazardous materials and wastes 
analysis would be done as part of future project specific studies. 

AL036-9 
Contrary to the commentor’s statement, the Draft Program EIR/EIS 
did not assume that the addition of high-speed train infrastructure 
and services along an existing rail corridor would not cause 
significant noise impacts.  Instead, the Authority acknowledges the 
potential for noise impacts and applied established methodologies to 
identify the approximate number and extent of noise sensitive 
resources at a program level of analysis.  The potential noise impacts 
of the proposed HST service in the two shared operation rail 
corridors that are being considered would result primarily from the 
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greater frequency of trains, since the HST service would be 
operating at reduced speeds and would create similar noise levels to 
the existing services.  However, grade separation of existing rail 
operations would result in considerable noise benefits from the 
elimination of the warning bells at existing at-grade crossings and 
the horn blowing of current commuter/intercity trains along these 
alignments.   

The purpose of the programmatic noise screening analysis was to 
identify the likelihood that noise-sensitive receivers would be close 
enough to the proposed alignments for noise impact to be potentially 
significant.  Specific HST noise levels can only be determined during 
the project level noise assessment.   

In the Draft Program EIR/EIS, a noise barrier is discussed as a 
representative measure of noise mitigation to provide an estimate of 
potential mitigation effectiveness and cost associated with 
alternative HST alignment options.  Although most noise barriers 
tend to reflect some sound, placement of barriers on both sides of 
the rail line would cancel most of this effect and they can also be 
installed with sound absorptive surfaces, thereby eliminating most of 
the reflected sound energy.  Visual effects of noise barriers are 
highly site-specific in nature.  Assessment of these secondary effects 
and the appropriate use of sound walls in specific locations will be 
addressed in subsequent project level environmental review.   

AL036-10 
The Authority has identified a preferred HST system that includes a 
preferred HST alignment along the LOSSAN corridor providing direct 
service to Orange County.  The HST system would be completely 
grade separated, fenced and electrified (overhead catenary) as 
defined in the Draft Program EIR/EIS (see Chapter 2 “Alternatives”).  
The Draft Program EIR/EIS includes information regarding the 
assumed HST profile (see Figure 2.17-13 of the Draft Program 
EIR/EIS, “HST Alignment Configuration – Profile Characteristics, Los 
Angeles San Diego Via Orange County Region”).  Please also see the 
“Alignment Configuration and Cross Sections” technical report 

(January 2004) for more information.  No EMF impacts are expected 
(please see Section 3.6). 

AL036-11 
The Authority and the FRA disagree with your assessment.  At a 
program level of detail, adding such features as fencing and electric 
catenary to an existing rail corridor should not be identified as 
“unavoidable and significant” for visual setting at the program level 
of analysis.  Visual impacts are highly site-specific in nature.  These 
issues will be addressed during subsequent project level 
environmental review, based on more precise information regarding 
the visual context and the location and design of the facilities 
proposed (e.g., elevated, at-grade, catenary design features, fencing 
type and location, etc.). The project level of detail will allow the 
Authority to further investigate ways to avoid, minimize and mitigate 
potential visual affects.  Once the alignment is refined and the 
facilities are fully defined through project level analysis, and only 
after avoidance and minimization efforts have been exhausted, will 
specific impacts and mitigation measures be addressed. 

AL036-12 
The Program EIR/EIS does not include a financing plan.  It also does 
not include a phasing plan.  The primary purpose of the HST system 
is to link the major metropolitan regions of the state which include 
Los Angeles, the Inland Empire, Orange County, San Diego, the I-15 
Corridor, and the Antelope Valley.  The station with the highest 
forecast boardings and alightings is Los Angeles Union Station (San 
Diego is fourth, and East San Gabriel Valley sixth).  Of the 28 
potential HST station locations included as part of the preferred HST 
alignment, 14 are located south of the Tehachapi Mountains (11 in 
the SCAG region, and 3 in the San Diego region), and 14 are located 
north of the Tehachapi Mountains (8 in the Bay Area Region, and 5 
in the Central Valley, and 1 in Sacramento).   
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AL036-13 
The Program EIR/EIS does not include a financing plan nor has the 
Authority developed one yet.  The quote in your comment letter is 
either not from the Draft Program EIR/EIS.  While previous feasibility 
studies by the Commission and the Authority have investigated a 
number of potential funding sources, neither the Commission nor the 
Authority has proposed a HST financing plan to be partially financed 
through “existing airport user fees and passenger facility 
charges…local fund (form existing sources), and existing state 
transportation revenue sources (e.g., gas tax, sales tax on 
gasoline).” 

AL036-14 
The HST system would not be a public transportation system 
providing subsidized transportation.  Please see the Final Business 
Plan, which the program EIR/EIS incorporates by reference.  The 
Authority and the FRA disagree with your assessment of other high-
speed transportation systems in the world.  Please see standard 
response 2.1.1, standard response 2.1.2. 

AL036-15 
Acknowledged.  The analysis for the Program EIR/EIS does 
recognize many potentially significant impacts that would typically 
have local and site-specific attributes.   The Authority and the FRA 
believe the analysis of potentially significant impacts that has been 
described is appropriate for a program level document and supports 
the conclusions of the Final Program EIR/EIS.  Should the HST 
proposal move forward, future more detailed project specific studies 
would be required that would address site-specific issues. 
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Response to Comments of David Price, III, Director, County of Kern, Resource Management Agency,  
August 23, 2004 (Letter AL037) 

AL037-1 
Acknowledged 

AL037-2 
Acknowledged.  The Authority has identified the Truxton Station site 
as the preferred potential HST station location to serve Bakersfield. 

AL037-3 
Acknowledged.  The Authority has identified the BNSF alignment 
between Fresno and Bakersfield as the preferred HST alignment.  
This alignment does serve the preferred Truxton Station location. 

AL037-4 
Please see standard response 6.23.1. 

AL037-5 
Please see standard response 2.35.1. 
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Comment Letter AL038 Continued 
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Response to Comments of John Wells, Mayor, City of Madera, August 23, 2004 (Letter AL038) 

AL038-1 
Acknowledged.  The Authority has identified the BNSF alignment as 
the preferred HST alignment between Merced and Fresno.  Please 
see standard response 2.31.4 in regards to HST station spacing and 
the identification of station locations.  The Authority has identified 
potential HST stations at Sacramento, Stockton, Modesto, Merced, 
Fresno, and Bakersfield to serve the Central Valley.    

AL038-2 
Please see response to Comment AL038-1. 

AL038-3 
Please see response to Comment AL038-1. 

AL038-4 
Please see standard response 2.31.4 in regards to HST station 
spacing and the identification of station locations.  The Authority has 
identified potential HST stations at Sacramento, Stockton, Modesto, 
Merced, Fresno, and Bakersfield to serve the Central Valley. 

AL038-5 
Please see response to Comment AL038-1 and response to Comment 
AL038-4. 
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Comment Letter AL039 



California High-Speed Train Final Program EIR/EIS Response to Comments 

 

 
CALIFORNIA HIGH SPEED RAIL AUTHORITY 

 
 

U.S. Department 
of Transportation 
Federal Railroad 
Administration 

Page  4-125

 

Response to Comments of James B. Rowe, Interim Community Development Director, City of Morgan Hill, 
Community Development Department, August 23, 2004 (Letter AL039) 

AL039-1  
The impacts of potential right of way acquisition along the Caltrain 
corridor are summarized in Section 3.7.4: Comparison of 
Alternatives; Item A: BAY AREA TO MERCED; Property; High-Speed 
Train Alternative.  The potential property impacts, including specific 
right-of-way areas to be acquired and associated impacts, would be 
addressed in subsequent project level environmental reviews, should 
a decision be made to move forward with the proposed HST system.  

AL039-2  
Acknowledged.  See standard response 6.3.1 

AL039-3  
Acknowledged.  The Authority is recommending further study of the 
San Jose to Merced segment, including the Pacheco Pass corridor. 

AL039-4  
Acknowledged.  The Authority is recommending further study of the 
San Jose to Merced segment, including Morgan Hill and vicinity.  

AL039-5  
Acknowledged.  See response to Comment AL039-3. 

AL039-6  
Acknowledged.  See response to Comment AL039-3. 

AL039-7  
Acknowledged.  Specific impacts and mitigation measures would be 
identified and analyzed in subsequent project level environmental 
review. 
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